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• GROUNDINGS AND COLLISIONS 
Navigational accidents - such as for instance groundings and collisions - may lead to pollution of Danish waters. 

Danish waters are generally characterized by a relatively soft bottom. The seabed typically consists of sand, with the exception of the waters with rocks surrounding Bornholm. Ships that run aground will therefore normally not suffer any serious damage. The risk of pollution in connection with groundings is thus considered to be limited. However, in January 2005, the cargo ship SEA VENTURE II scraped the seabed and got a cut 40 centimetres long. As the ship continued its voyage through the Great Belt, the subsequent pollution with light fuel oil was in the range of approximately 5 cubic metres. 

Collisions between two ships or between a ship and for instance a bridge present a larger risk of pollution than groundings. Based on experience with regard to Danish waters, collisions between two ships may lead to pollution caused by fuel oil from the involved ships or oil from a loaded oil tanker. If the collision were to produce a hole in a large tanker’s cargo tank, the subsequent pollution could be massive. 

• DOUBLE HULLED TANKERS 

In order to reduce the probability of oil spills due to accidents, international regulations have been introduced stipulating that oil tankers must be double hulled. However, alternative solutions to ensure similar protection against oil pollution are also accepted. Regulations apply to ships built after July 1996. Single hulled ships built before July 1996 are allowed to continue transporting oil within a certain timeframe. 

Ship constructed after July 1996 are divided into different categories according to age and size. The division determines for how long time the individual ship may continue to transport oil in single hull.  

In order for a ship to be double hulled, the distance between the ship’s inner and outer skin must be at least two metres in large oil tankers. However, this distance can only to a certain extend help to ensure that no oil spill will occur, since damage caused by a collision could penetrate the ship much more. In contrast, when a ship runs aground, the risk of an oil spill is rather small. 

A double hulled oil tanker is more expensive to build due to the complexity of the construction and is also more expensive to maintain than a single hulled tanker. Another significant economic burden is the loss of cargo space and the subsequent loss of earnings. Compared with a single hulled ship of the same size, the cargo capacity of a double hulled ship is 10 to 15 % less. 

The Danish tanker fleet of large oil tankers consists exclusively of double hulled ships. 

• EU AND IMO REGULATION ON THE PHASING OUT OF SINGLE HULLED TANKERS AND THE TRANSPORT OF HEAVY OIL IN SINGLE HULLED TANKERS. 

When ERIKA was lost off the French coast in 1999, the International Maritime Organization (IMO) under the UN decided to accelerate the mandatory phasing out of single hulled tankers in April 2001. In 2002, PRESTIGE was lost off the coast of Spain and the EU decided to speed up the phasing out process additionally and introduce new provisions to limit the transport of heavy oil in single hulled tankers.

The EU’s regulations both tighten the requirement on phasing out single hulled tankers and establishes  a ban against transport of heavy oil in single hulled tankers to an from the Member States’ ports.
On 5 April 2005, more stringent global regulations entered into force for single hulled tankers and their transport of heavy oil. The regulations are prepared by the IMO after having been pressured to do so by the EU. 
The EU regulations only applies to ships that call on or leave ports within the EU, while the international rules apply to all ships in transit along our coasts, for example from Russia to the United States. 

In July 2005, IMO’s Maritime Environment Protection Committee (MEPC) adopted a new definition of heavy oil:

Crude oils having a density at 15º C higher than 900 kg/m3 and other oils than crude oil having either a density at 15ºC higher than 900 kg/m3 or a kinematic viscosity at 50º C higher than 180 mm2/s, bitumen, tar and their emulsions.  

Content of the IMO regulations: 
Ban against transport of heavy oil in single hulled tankers 
With regard to larger tankers, the ban against transport of heavy oil in single hulled tankers will be effective as of April 2005 and 2008 for smaller tankers. 
In a limited period, however, the individual countries have the possibility to partially or completely exempt certain types of tankers from the ban. The extent of exemption depends on the size of the tanker, whether or not the tanker is partially double hulled or if the tanker has undergone a condition assessment scheme. Other states may however refuse these exempted tankers to enter their ports or to transfer heavy oil from one tanker to another within its jurisdiction. Furthermore, tankers that only operate within a country’s own jurisdiction may be exempted from the ban. As may tankers that have received the permission of other states to operate within their jurisdiction. 

The EU Member States have decided not to make use of these exceptions for ships flying the EU flag, just as ships that operate in accordance with the exceptions are not permitted to call on EU ports.

Expansion of the Condition Assessment Scheme (CAS) for single hulled tankers 
The global regulations on the Condition Assessment Scheme (CAS) for single hulled tankers have been tightened. The Condition Assessment Scheme (CAS) that aims to reveal constructional weaknesses in single hulled tankers has been expanded to include all single hulled tankers from their 15th anniversary.
Phasing out single hulled tankers 
The age limit is lowered and the deadline for when the tankers must be taken out of operation is brought forward to 2010. Thereby, the period of phasing out has been shortened by five years compared with the existing global regulations. However, the flag States may allow a tanker to continue in operation for a specified period, provided that the tanker in question is partially double hulled and/or that is in such condition that it can successfully pass a condition assessment scheme. As a precautionary measure, other states may refuse to allow such tankers to enter their ports. 

The IMO regulation compared to the EU regulation 
The global regulations more or less correspond to the new EU regulations that entered into force on 21 October 2003. The difference lies in the possibilities for exemption, contained in the global regulations and which ensure an international solution that tightens the existing IMO regulations and which – contrary to the EU regulation - also include tankers in transit for instance along the Danish coasts. 

The global regulations deviate from the EU regulations on certain points because of the consideration of supply security in other parts of the world. It has thus been necessary to accept that the flag States may allow certain time-limited exemptions for particular types of tankers. The exemption in question may be allowed after a concrete individually related assessment of the individual tanker. Oil tankers that are subject to such exemptions may be forbidden to enter or leave Danish ports or perform a ship-to-ship oil transfer in Danish waters. 

• RUSSIA, POLAND AND THE BALTIC COUNTRIES     

On 1 May 2004, all the Baltic countries,  with the exception of Russia, became members of the EU. This implies that Poland, Estonia, Latvia and Lithuania will also be subject to the EU regulations on transport of heavy oil in single hulled tankers to/from ports in the EU, and that they must comply with the EU Member States’ declaration with regard to not using the exemption possibilities included in the IMO regulations, which will enter into force on 5 April, cf. the information above.   

Even if Russia as a flag State were to follow the same line of conduct and not use the possibilities for exemption included in the IMO regulations, this will not remove the risk of single hulled tankers navigating through Danish waters carrying heavy oil. The reason is that the majority of the tankers that collect oil in Russia does not sail under Russian flag. 

On 30 June 2004, the Minister of Economic and Business Affairs, Mr Bendt Bendtsen met with the Russian Minister of Transportation, Mr Igor Levitin in Moscow. The purpose of this meeting was to ensure a mutual understanding between Russia and Denmark with regard to the protection of the Baltic Sea and the Danish waters.  

The meeting was good and constructive, and the result was very satisfactory. The two ministers agreed that Russia, Denmark and the other Baltic countries must unite to protect the Baltic Sea as well as the Danish Straits and Sound. 

The Russian Minister of Transportation confirmed that the large Primorsk oil terminal only allows double hulled oil tankers - even though no heavy oil is shipped from this terminal. Furthermore, when exporting oil, Russia will comply fully with the international rules for transport of heavy oil, without making use of the possibilities for exemption. The Minister announced that Russia only has two large single-hulled oil tankers in its register. These tankers will be phased-out next year. In addition, Mr Levitin will encourage the industry to use double-hulled oil tankers for the export of heavy oil from the other Russian ports, in the period pending the entry into force of the international rules in April 2005. 

At the meeting, the question of pilotage was also raised, and Mr Bendt Bendtsen took the opportunity to maintain that the Danish Government will continue its work for mandatory pilotage. At the same time, Mr Bendtsen complimented the Russian ships on complying with IMO’s pilotage recommendations. The Russian Minister of Transportation, Mr Igor Levitin stated that Russia is currently implementing the so-called Early Warning Scheme (see the section ‘Other Initiatives’), which has been adopted by HELCOM. 

 • SHIP-TO-SHIP TRANSFER OF CARGO OIL IN DANISH WATERS 
An increasing number of transfers of cargo oil from one tanker to another take place near Danish coasts, typically outside Frederikshavn in the Aalbæk Bay or at the Bay of Kalundborg. One or more smaller tankers transfer cargo oil to a larger tanker that due to its size cannot sail through the Danish Straits to the Baltic Sea when fully loaded. 

Tankers involved in transfer of cargo oil in Danish waters must fulfil certain construction and operation related requirements. 
Smaller tankers with a deadweight tonnage between 600 and 5,000 must be constructed with double bottom or apply hydrostatic loading, so that the pressure at the bottom of the cargo hold is less than the sea pressure. In the event of damage to the bottom, the water will then pour into the tank (instead of the oil spilling out into the sea) since the density of the cargo is smaller than that of the water. Larger tankers with a deadweight tonnage of more than 5,000 must be fitted with a double hull. 
STS-operations in Danish waters must fulfil the requirements in accordance with the industry’s own recommendations described in the OCIMF’s and ICS’s  Ship-to-Ship Transfer Guide (crude oil), 4th edition. 
In addition, the Admiral Danish Fleet must be informed of the transfer prior to its execution and the involved tankers must comply with the regulation regarding pilotage. Oil tankers carrying out this type of operation in Danish territorial waters are subject to mandatory pilotage in accordance with the Pilotage Act.  

The UN’s International Maritime Organisation (IMO) has just now started drawing up international regulations concerning transfer of cargo oil

• DESIGNATION OF THE BALTIC SEA AS A PARTICULARLY SENSITIVE SEA AREA 

On  2 April  2004, IMO’s Marine Environment Protection Committee (MEPC) approved in principle a application from Denmark, Sweden, Finland, Poland, Germany, Estonia, Latvia and Lithuania to designate almost the entire Baltic Sea (with the exception of the Russian part) as a particularly sensitive sea area. The designation of the area was approved by MEPC in July 2005. 
The eight Baltic countries have agreed on proposing an adjustment to the existing traffic separation schemes and to introduce three new traffic separation schemes in the Baltic Sea. The purpose of a traffic separation scheme is to streamline the traffic and thereby ensure navigational safety and efficiency. The three new proposed traffic separation schemes are 1) in the Bornholmsgat between Sweden and Bornholm and 2) in the waters north of Rügen and 3) a new deep-water sea-route that stretches along the Swedish coast to Bornholmsgat  In addition, it is suggested to introduce a zone for coastal traffic in connection with the traffic separation scheme south of Gedser and changes to the traffic separation scheme south of Gotland in Sweden.

At the end of 2005, IMO’s Assembly will consider the abovementioned initiatives that are to contribute to the protection of the Baltic Sea as a particularly sensitive sea area. It is hereafter expected that the new proposals and amendments will enter into force on 1 July 2006.
• COMMITTEE ON INCREASED USE OF PILOTAGE AND ENHANCED MONITORING OF NAVIGATIONAL SAFETY 
On the basis of the supplemental government platform of 27 August 2003 “Growth. Welfare. Renewal II”, the ‘Committee on increased use of pilotage and enhanced monitoring of navigational safety’ was appointed in the autumn 2003.   

The Committee’s assignment was to evaluate the possibilities of increased use of pilotage for ships in transit through Danish waters and an enhanced monitoring of the navigational safety. The work of the Committee was to be carried out with due respect to international conventions. 

The Committee consisted of representatives from the Ministry of Defence (Chairman), the Ministry for Economic and Business affairs, the Ministry of Foreign Affairs, the Ministry of Finance and the Ministry of the Environment. 

The Committee finalized its work in April 2004 with a report containing a number of proposals on how to improve the navigational safety, and an action plan for the implementation of these proposals. 

Among other things, the report recommends the establishment of a costal-based radar system correlated with shore-based AIS and hailing of larger ships when they pass through Danish waters. This means that the ships are informed of the fact that they are being monitored while they pass through Danish waters and that they will be informed of matters regarding use of pilotage, navigational safety and sea environment. 

• Bunker oil tanks
During the Danish EU presidency, the EU Council decided - based on a Danish initiative - to begin developing international regulations on the protection of ships’ bunker oil tanks (fuel tanks) in case of collisions and groundings. Therefore, Denmark submitted a proposal to IMO concerning the protection of bunker tanks.
In July 2005, IMO’s Marine Environmental Protection Committee (MEPC) subsequently approved amendments to Annex I to the MARPOL Convention, which introduces new regulations concerning the arrangement of the bunker tanks. The amendments entail that fuel oil tanks in the future are to be placed behind double hulls. The regulations on fuel oil tanks apply to ships, whose capacity exceed 600 m3 of bunker oil. Thereby the protection corresponds to the protection of cargo tanks in oil tank ships. The regulations are expected to be adopted on the 54th session of the MEPC, and will subsequently enter into force on 1 August 2007.
• OTHER INITIATIVES 

On 10 September 2001, Ministers of Transportation and Ministers of the Environment from the Baltic countries agreed on a number of measures to improve the navigational safety and the prevention of pollution in the Baltic Sea area. The initiative for this extraordinary HELCOM conference was taken by the Danish Minister for Economic and Business Affairs based on the collision between the BALTIC CARRIER and the TERN in the international deep-water sea-route south of Moen on the territorial border between Denmark and Germany on 29 March 2001. The measures are described in the Declaration on Safety of Navigation and Emergency Capacity in the Baltic Sea Area (The HELCOM Copenhagen Declaration
).  

In the following, relevant points from the Copenhagen Declaration are reviewed: 

Improvement of existing ship routes in the Baltic Sea area 
A range of new routeing measures have been taken: An extension of the deep-water sea-route in the traffic separation south of Gedser, adoption of new ship routes in the Finnish Bay, new recommended routes for north-eastern going traffic and south-western going traffic in the Bornholmsgat. In addition, an altered and mandatory reporting system for Estonia, Finland and Russia has been partially implemented. The reporting system entered into force on 1 July 2004.

The Danish Maritime Authority and The Royal Danish Administration of Navigation and Hydrography are participating in a working group that examines new potential routeing measures in the Baltic Sea, cf. the section above regarding the designation of the Baltic Sea as a particularly sensitive sea area. Furthermore, the working group is working on a guide to navigators who sail in transit through the Baltic Sea. Such a guide will gather the relevant information concerning all the traffic separation schemes, reporting systems etc. The work is expected to be finalized in 2006.  

Increased use of pilotage in the Great Belt and the Sound 
With a view to protect the Baltic Sea, which in addition to having been designated as a particular area also have been recognized as a special area, IMO has adopted two resolutions
, which recommends the use of pilotage at the entrance to the Baltic Sea for ships in transit through Route T and the Sound respectively.  The two resolutions entered into force in 1985 and 1987 respectively. 

In association with Estonia, Finland, Germany, Russia and Poland, Denmark proposed a tightening of the two resolutions at IMO in 2002. The proposal was adopted and the two resolutions were merged into one
. The new resolution MSC.138(76), which entered into force on 1 December 2003, entails the following: 

• 
Route T begins off Skaw and runs through the Kattegat, the Great Belt and the traffic separation scheme south of Gedser Route T has a minimum depth of 17 metres. In Route T, ships with a draught of 11 metres or above (compared to 13 metres or above earlier) and ships – regardless of size and draught – carrying certain high-level radioactive material (INF-cargoes) are subject to the pilotage recommendation. 

• 
The transit route in the Sound runs through the waters between Denmark and Sweden. Owing to the limited water depth in the area, this route is mostly used by smaller ships and ships in ballast. In the Sound, the pilotage recommendations pertain to loaded oil tankers with a draught of 7 metres or above and – regardless of size – loaded gas and chemical tankers and ships loaded with certain high-level radioactive material (INF-cargoes).  

The Danish Maritime Authority believes that it is essential for the safety of navigation in Danish waters that ships adhere to the pilotage recommendations in MSC.138(76). The Danish Maritime Authority has previously prepared a report for the flag State when a ship, which is recommended to bring a pilot on board, does not comply with the recommendation. As of 1 August 2005, the Royal Danish Administration of Navigation and Hydrography under the Danish Ministry of Defence will prepare such reports. The report will request that ship’s flag State reports back whether or not they will  follow up on the case. The flag States typically takes these reports very seriously.  

The new tightened IMO Resolution has increased the number of reports to the flag States. The table below indicates how many reports the Danish Maritime Authority and The Royal Danish Administration of Navigation and Hydrography has sent out since January 2005 concerning ships with a draught of 11 metres or more, which did not adhere to IMO’s pilotage recommendations when navigating through Route T.

	Number of reports concerning ships with a draught of 11 metres or above, which did not adhere to the IMO recommendation on pilotage when navigating through the Great Belt, divided in months in 2004

	Month 2005
	Jan
	Feb
	Mar
	Apr
	May
	June
	July
	Aug
	Sep
	Oct

	Number

reports
	5
	9
	6
	14
	16
	19
	9
	7
	7
	8


During the ten-month period shown above, reports regarding 5.9 % of the total number of merchant vessel passages have been sent out with regard to ships with a draught of 11 metres or more in the Great Belt

On 6 March 2002, the Baltic countries adopted HELCOM Recommendation 23/3. The purpose of this recommendation is to increase the use of pilotage in Route T and the Sound by establishing a so-called “Early Warning System”. The principle of the system is that all ships that are subject to IMO’s recommendation regarding pilotage when navigating through Route T and the Sound are informed of IMO’s pilotage recommendation by local port authorities prior to departure from a port in the Baltic Sea region. At the same time, the master of the ship will be asked to fill in a form with information about the ship and the port of destination, and to sign a statement that the master has been informed of IMO’s recommendation to use a pilot in Danish waters. The authorities in the port state in question will then submit the information to the Admiral Danish Fleet. The Admiral Danish Fleet will then contact ships that do not comply with IMO’s pilotage recommendation.

In 2003 and 2004, the Danish Maritime Authority participated in the HELCOM expert group, which - under the supervision of the Royal Danish Administration of Navigation and Hydrography –  examined the possibilities of introducing mandatory pilotage in Navigational High Risk Areas. Technical as well as navigational and international legal aspects were taken into consideration in the evaluation. The expert group has submitted its final report
. The countries agreed that pilotage carried out by experienced and certified pilots increases the safety of navigation – in particular in areas where there is a high risk of groundings – but also in narrow areas or areas with a lot of traffic where there is a risk of collisions. Furthermore, the countries agreed that a pilot cannot replace a well-trained crew. In addition, the group designated a number of “High risk areas” where the use of pilots is strongly recommended.

The following areas in Danish waters are “High risk areas”: The area between the Baltic Sea West area from a line going north to south at the position 11º 57.5’E to a line going north to south at the position 12º 44’E (the Kadetrenden), the Sound, the Belts and the Kattegat south of the line placed between the Sjællands Rev and Fornæs.

To enhance the use of Electronic Chart Display Information System (ECDIS) 

Use of ECDIS with officially issued Electronic Navigational Charts (ENC), which are used by well educated personnel, will enhance the safety of navigation. Time consuming methods of navigation, which have been used so far will, on board ships with ECDIS, be replaced by real-time information concerning the ship’s position and navigation (real-time navigation) just as updating of electronic navigational charts will be easier compared to the updating of paper navigational charts.
Under the aegis of the International Hydrographic Organisation (IHO), Denmark has participated actively in the preparation of an international standard for Electronic Navigational Charts (ENC) since the 1990s. It is the opinion of the Danish Maritime Authority that official up-to-date ENCs, which is used in the Electronic Charts Display Information System (EDCIS), in general enhances the navigational safety.   

EDCIS does not work without the ENC, and it is therefore necessary to have a sufficient number of official ENCs available. 

On 5 August 2002, in connection with efforts to promote the use of  EDCIS, Denmark informed IMO that IMO standard approved  EDCIS equipment fitted with official ENCs will be recognized on the same level as paper-based charts. Any ship using such a system must have the following back-up system
: 

· An appropriate folio of paper charts, 

· A back-up EDCIS system, which can be powered by the ships emergency power supply, or 

· An electronical back-up system for EDCIS mode operation (using official ENC) instead of an EDCIS back-up system. 

 The notification was published in “Notifications from the Danish Maritime Authority”, no. 3/2002 

There are no mandatory carriage requirements for ECDIS. This is mainly due to the fact that ENCs are still not widely used and that it will be necessary to examine and measure the sea areas before an ENC can be made. In July 2002, Denmark achieved full coverage of official ENCs in the south of the Danish waters with the possibility of weekly updates. The work of measuring the near-shore waters around the world is progressing, and the time to demand ECDIS-equipment has come closer.
The Danish Maritime Authority is preparing the requirements for ECDIS-equipment onboard SOLAS-ships. In cooperation with Norway, Sweden, Russia and England, Denmark took the initiative to work out a Formal Safety Assessment (FSA) “on the use of ECDIS on ship”. The FSA is to be used as grounds to request IMO to adopt a new point to the agenda of the work-programme concerning equipment-requirements to ECDIS.
Increasing the use of automatic identification system (AIS)
The Danish Maritime Authority  and the Royal Danish Administration of Navigation and Hydrography  participate in the HELCOM expert group regarding AIS, which is responsible for the establishment of shore-based AIS in Denmark. The Danish AIS-system is operational from 1 July 2005. You can read more about this subject on the Royal Danish Administration of Navigation and Hydrography’s website www.fomfrv.dk. The AIS-system has established a common monitoring system for ships based on AIS signals detected by national systems in the individual countries. The project will make it possible to prepare reliable statistics for the ship traffic in the Baltic Sea and to make risk assessments based on an automatic reporting of up-to-the-minute accounts. It is not the intention that the system should be used for commercial purposes.
The Danish Maritime Authority will report ships that do not transmit the correct AIS-signals. The reporting is made to the Danish shipping companies as far as Danish ships goes, and to the flag State in question as far as foreign ships goes.

In February 2005, the Danish Maritime Authority prepared a guidance on the identification system AIS aimed towards users of AIS. The guidance contains partly general information on AIS and partly instructions on the typing to be conducted onboard.
To establish a contingency plan 
Following the Prime Minister’s decision that the overall coordinated responsibility as well as the responsibility for solving lateral tasks for the maritime rescue service in Danish waters rest upon the Minister of Defence, the Ministry of Defence appointed a working group with the purpose of  describing the content of the route responsibility and establishing a model for future solutions hereof with the final aim to enhance the maritime rescue service’s overall planning and control with regard to contingency, activity and resources. Based on this, the working group prepared a safety assessment in the spring of 2005, which was discussed at a meeting at the National Search and Rescue Committee. In late November 2005 the Search and Rescue Committee will discuss if the assessment is to be followed up by a project on a safety assessment or guidelines worked out by the International Maritime Organisation IMO. The assessment labelled Formal Safety Assessment FSA, also contains a benefit consideration, essential to the evaluation of whether or not the resources of the Search and Rescue services are used efficiently.
In accordance with the Act on Safety at Sea, Danish ships are obligated to assist in the rescuing of human lives at sea. The Danish Maritime Authority imposes the obligation on any master positioned in Danish waters by all means possible to rush to the rescue of vessels in distress either directly or by passing on mayday signals to Search and Rescue services or others in the area, who more effectively would be able to rescue the vessel in distress. 

Designation of places of refuge for ships in distress 

Denmark has appointed 22 emergency areas in Danish waters and in Danish ports for ships in the need of assistance. An emergency area is to provide ships in need of assistance with a place to go to. Ships in distress are appointed to an emergency area after having contacted the Maritime Assistance Service (MAS) Denmark. The Maritime Assistance Service has been established with the Admiral Danish Fleet under the Ministry of Defence. 

· The Supplementary Fund Protocol åØå 

In connection with the establishment of the Supplementary Fund Protocol that entered into force on 3 March 2005, Denmark has played an active part in ensuring that affected parties of oil pollution incidents in the future will have a better possibility to receive compensation.

Denmark was one of the driving forces behind the new fund and was also the first country to ratify the Protocol on the Supplementary Fund.  The Protocol was implemented in the Danish legislation by Act No. 1172 of 19 December 2003 on amendment of the Shipping Act and it establishes a supplementary international fund for compensation in connection with oil pollution damage. Today, 11 countries have ratified the protocol. Besides Denmark these countries are Japan, Holland, France, Spain, Germany, Sweden, Norway, Portugal, Finland and Ireland.
 
The fund ensures that the necessary means are available to cover the expenses at large pollution incidents caused by transport of heavy oil at sea. With the Supplementary Fund Protocol, the compensation amount for oil pollution at transport of heavy and polluting oil is increased up to four times from DKK 1,9 billion to approximately DKK 6,9 billion for each incident.

The fund is a supplement to the existing international compensation system, which is developed by the UN’s international shipping organization, IMO. There is thus at present a good compensation system for damage in connection with transport of heavy and polluting oil.  
 
The newly established fund supplements the current system. The fund is established after a number of serious pollution incidents in the past years – including ERIKA and PRESTIGE – bore testimony to the need for having larger compensation amounts at disposal at large oil incidents. 

The fund will be used at incidents where the damage exceeds approximately DKK 1,9 billion Such incidents are fortunately rare, however it is essential that there is enough available funds to cover the damage should an incident occur. This applies to loss of income in the fishing industry, loss of income in the tourist industry and the public sector’s costs in connection with the clean-up of oil.
 
To read more about the Supplementary Fund Protocol, please to go www.iopcfund.org 

� www.helcom.fi/stc/files/MinisterialDeclarations/Copenhagen2001.pdf


� Resolution A.579(14), Resolution A.620(15) respectively.


� Resolution MSC.138(76), “Recommendation on navigation through the entrances to the Baltic Sea.”


� To read the report, please go to � HYPERLINK "http://www.helcom.fi/" �www.HELCOM.fi� 


� Cf. Resolution MSC.64(67), Annex 5.





